




































































Staging
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It is not necessary to build all the rapid transit
lines included in the recommended system at the
same time. These routes do not all have the same
potential patronage, impact on urban development,
nor relief to traffic congestion, nor do they provide
increased mobility for people who depend on public
transportation.

If all the rapid transit lines were built within a
few years, say by 1980, the costs of the systems
would no longer be proportional to the benefits de-
rived by the community. Undoubtedly, these bene-
fits would increase in the future, and eventually
such a decision would begin to pay off. But in the
meantime we would be getting less than we would
be paying for, and perhaps could not even afford.

The rapid transit system should be built gradu-
ally. The consultants to the MTC, after reviewing
the relative transportation problems in the different
corridors, have suggested three stages: an initial
line 19 miles long by 1980, 31 additional miles by
1990, and 21 more miles sometime later, to obtain
an ultimate network 71 miles long.

However, work still remains to be done to de-
termine the best staging sequence. This can only
take place after there has been more direct par-
ticipation and involvement in the transit planning
process by other metropolitan agencies and munici-
palities, policy-makers, and the community at large.

The suggested staging should not be regarded
as an inflexible construction program. Much more
importantly, staging has been developed to show
that a rail rapid transit system need not be unduly
expensive if implemented gradually. For example,
the recommended system, if staged as proposed
by the consultant, would construct high use trunks
early enough so their revenues can be applied to
further construction at a cost saving of ¥3 the cost
of the complete system built initially. The cost of
12¢ per passenger-mile'” compares favorably with
those in other cities in the U.S. building or planning
for rapid transit, and would actually be lower than
the cost of commuter travel by automobile in the
Twin Cities in 1968.

As is the case of highway construction, different
schedules for building the rapid transit part of the




total transit system will have different implications
on the patterns of urban growth and travel in the
metropolitan area. But whatever order of priorities
is ultimately agreed upon, it must reflect the rela-
tive needs and problems of the different parts of
the area. Those sectors of the region that need
transit more acutely and those that rapid transit

Financing

is more suited to should have first priority. This
does not mean that other areas will be ignored in
the meantime. With the proposed initial program
for express bus routes and complementary feeder
and local service, all sectors of the metropolitan
area would be served according to the nature and
magnitude of their needs.

Public works of this type are usually evaluated
on the 20-year costs of construction and operation.
That part of the system as proposed for construc-
tion by 1990 would cost approximately $450 mil-
lion based on 1968 prices. The ultimate system,
with 71 miles of rapid transit would cost $862 mil-
lion. These costs cover purchase of right-of-way,
construction of station facilities, yards, shops and
guideways; and all vehicles, including buses. Cost
estimates are based on 1968 prices and must be
adjusted to projected economic conditions for the
estimated construction periods. These estimates
need to be more precise before any commitment
of funds to building the system is made, and will
be refined with more detailed route location studies
as proposed.

The system recommended by the consultant
would carry approximately 100 million passengers
per year by 1990, producing revenue in excess of
$27 million based on current fares. On the same
basis, operating costs would be four cents per ride
over revenue, They are included here to give an
idea of the magnitude of the proposed system.

If the system is built in the suggested stages,
the annual net cost!” would total $23.3 million by
1980, increasing to $35.5 million by 1990. Most of
these funds would come from federal grants which
are available under the provisions of the Urban
Mass Transportation Act of 1964, as amended. The
Act provides for a two-thirds federal grant to be
matched by a one-third local contribution. Congress
is considering a bill which if passed, will expand
the federal program, thus increasing the probability
of obtaining these funds for the Twin Cities area.

The local share of the funds could be obtained
in several ways. The Commission, in cooperation
with the Metropolitan Council, will soon begin a
study to determine which revenue sources would
be adequate to evolve a transit development pro-
gram from an express-bus network in the 1970's to
a system containing exclusive right-of-way rapid
transit in later years.

1/%Capital and operating cost less gross revenue. Capital
costs amortized at 6% for 40 years for fixed facilities, for
20 years for rail cars, for 12 years for buses.”




Urban Development Opportunities

Program For The Nineteen Seventies

The impact that rapid transit can have on urban
development and the environment is enormous.
This impact can be positive and when encouraged
and properly guided, it is one of the major benefits
derived from the development if a rapid transit
system should take place together with establish-
ing more positive controls over land development
than are now in use. This is necessary in order to
accomplish the goals for regional urban growth
contained in the Metropolitan Development Guide
which call for concentration of development in cer-
tain areas, as well as to assure the effective utiliza-
tion of the transit system.

More orderly land development and exclusive
right-of-way rapid transit go hand-in-hand. While
this type of rapid transit requires some concentra-
tion of development to operate successfully, trunk-
line vehicles operating in mixed traffic do not. Thus,
the basic objectives of the “major centers” policy
and the proposed “family of vehicles” system co-
incide and are mutually reinforcing.

Nevertheless, the transit system cannot shape
urban development by itself. Other tools are re-
quired, including zoning, open space, and sewer
policies. The MTC consultants have suggested that
still more land-use controls may be needed. This
recommendation is consistent with the feelings of
the Metropolitan Council in this regard, and will be
coordinated with the Council’s development pro-
grams in the years ahead.

Considerable study is necessary to determine
the nature and feasibility of applying whatever new
tools are required. Planning studies are program-
med to deal with this analysis, and will be under-
taken shortly.

Constructing a regional transit system is a major
public works project which will require many years
to complete. Time is required to carefully plan and
program the development of the system in order to
channel its impact in positive directions and insure
the most benefits possible.

Considering the time required for more detailed
planning, engineering design, right-of-way acquisi-
tion and construction, the earliest that any of the
proposed routes could begin to operate would be
about 1980.

In the meantime, only improving the existing
bus system will provide better service to the people
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who depend on public transportation. The initial
improvements are described in the Phase | report.

However, it should be pointed out that these
improvements cannot in the long run satisfy many
of the goals for transit, set forth in the Metropolitan
Development Guide. Even a highly improved bus
system on a network of express bus-lines would
have little impact on “shaping” regional growth,
reducing the need for additional freeways, provid-

The Tasks Ahead

ing a real solution to transportation problems or
providing adequate service for those without cars
in the long run unless such a system has exclusive
rights-of-way in the congested corridors. Thus, it
appears important to establish an acceptable long-
range transit program and, once established, the
Commission should initiate an express bus network
utilizing existing facilities and metered freeways
during the 1970's.

The next step toward implementing a long-range
transit development program is to refine the recom-
mended family of vehicles to assure area-wide serv-
ice. Extension of rapid transit to new major activity
centers in outlying areas should receive special
attention. Criteria for determining the level of serv-
ice on trunk facilities needs to be established in
sufficient depth to give adequate attention to the
linking of outlying major centers.

Staging of all elements of the system should be
re-examined and the system should evolve similar
to the highway system; evaluating and applying the
most advanced technology available at the point in
time in which any increment is added. All staging
should be accomplished after reassessment of pas-
senger needs and development opportunities.

The initial sequence of activities will be to
sketch out all elements to establish the workability
of the system. Attention will then focus on those
elements — trunklines and circulation systems —
requiring separate right-of-way. The more flexible
express bus lines, feeder and local systems will be
integrated with the separate right-of-way. systems
as they are firmed up.

Broadly-based benefit/impact studies are con-
sidered an important part of transit determinations.
Included are studies of environmental impact, so-
cial impact, and urban development impact as well
as the more conventional cost/benefit determina-
tions. Such studies in part reflect the growing
recognition among the public as well as among
professional transportation planners that conven-
tional cost-benefit criteria are not sufficient alone
as determinants for decision-making. *

More refined cost estimates than were possible
in Phase Il for the proposed system are an essen-
tial component of further transit planning studies.
These estimates will form the basis for detailed
feasibility analysis of the system components, es-
tablish a more definite staging sequence, and de-
termine funding requirements.

A financial resources study will be made to




Citizen Participation

1/The Transportation Planning Program is an inter-govern-
mental metropolitan program having the general objective of
bringing about a metropolitan transportation system ade-
quate for future needs. The Program is built around three
committees and a staff unit under the Metropolitan Council.
The Management Committee consists of the chairman of the
Metropolitan Council and the Commission; the Commissioner
of Highways, and one municipal and one county representa-
tive selected by the Metropolitan Section of the League of
Minnesota Municipalities and the Metropolitan Inter-County
Council.

The Management Committee functions, not as a policy
group on its own, because each member has the responsibil-
ity to represent the consensus of his own governing body,
but rather as a management group to steer and expedite the
planning process for a balanced transportation system in the
Area.

The Management Committee is assisted by two advisory
committees: a Policy Advisory Committee, made up of 15
elected officials, both county and municipal; and a Technical
Advisory Committee, made up of 24 engineering and planning
representatives of the cities, counties, and other agencies
involved in transportation planning for the Area.

establish the most adequate way to fund the sys-
tem at the several stages of evolution. Analysis of
various types of benefits as well as fiscal source
availability will assist in developing recommenda-
tions on the relative use of these resources.

All of the above studies will be carried out
jointly with the Metropolitan Council, Minnesota
Highway Department, Minneapolis and St. Paul,
and other municipalities and counties of the metro-
politan area through the region’s Transportation
Planning Program.” Close cooperation with the
Metropolitan Council is especially needed to detail
the plan as it affects the development of the “major
centers”.

The Commission will present a mass transporta-
tion concept plan and development program in a
report to the 1971 Minnesota Legislature. Many of
the above studies will be completed during 1970,
and together with the Phase ll results will make up
this report. With approval by the 1971 Legislature,
the MTC could continue the program to delineate
actual routes, station sites, and other components
of the system. The resultant comprehensive transit
plan will mark the first clear determination of
the capabilities of modern rapid transit for the
Twin Cities area. Until this is accomplished, con-
fusion will continue to exist particularly for those
participating in public hearings for highway projects,
as to the role of rapid transit in our balanced
transportation development program.

Twin Citians will be invited to participate in the
preparation of the transit plan. Citizen_participation
is needed at all stages of the program beginning
with a critique of previous planning establishment
of objectives, and extending through route selec-
tion and design. Lines of communication will be
established and maintained which will not only
seek the views of those affected by the program
but demonstrate to them that their views receive
full and sincere consideration in developing the
transit plans. This is needed because, if the transit
plan is not fully understood by the people who will
be paying for its implementation, it-will have little
chance of being accepted.

The Transit Commission and its staff have initi-
ated a community involvement program as part of
the continuing transit planning process. This activity
will be intensified in coming months as more de-
tailed planning studies gather momentum.
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